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Abstract 
Missed transfers affect public transport (PT) operations by increasing passenger’s waiting and travel times and frustration. 
Because of the stochastic and uncertain nature of PT systems, synchronized transfers do not always materialize. This work 
proposes a new mathematical programming model to minimize total passenger travel time and maximize direct (without waiting) 
transfers. The model consists of four policies built on a combination of three tactics: holding, skip-stops, and short-turn, the last 
applied, for the first time, as a real-time control action. The concept is implemented in two steps: optimization and simulation. An 
agent-based simulation framework is used to represent real-life scenarios, generate random input data, and validate the 
optimization results. In order to assess the robustness of this framework, a wide range of schedule-deviation scenarios are defined 
using efficient algorithms for solving the control models within a rolling horizon structure. A case study of the Auckland, New 
Zealand, PT system is described for assessing the methodology developed. The results show a 4.7% reduction in total passenger 
travel time and a more than 150% increase in direct transfers. The best impressive results are attained under short headway 
operations. 
© 2015 The Authors. Published by Elsevier B.V. 
Peer-review under responsibility of the Scientific Committee of ISTTT21 
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1. Introduction  
A common strategy implemented internationally by public transport (PT) agencies is to develop an integrated, 
multi-modal transport system in order to provide travelers with a viable alternative to private cars.  An important 
element for retaining existing users and attracting new passengers is to improve serviceability by offering routes 
with “seamless” transfers.  Ceder (2007) defined a well-connected transit path as an advanced, attractive transit 
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system that operates reliably and relatively rapidly, with smooth (ease of) synchronized transfers, part of the door-to-
door passenger chain. 
The facilitation of inter-route, inter-modal, or intra-modal transfers is a key component in achieving full 
integration of the network. The use of PT transfers has the advantages of reducing operational costs and introducing 
more flexible and efficient route planning. However, the main drawback, from the passengers’ perspective, is the 
inconvenience of traveling multi-legged trips; more than a few research studies have shown evidence that PT users  
are negatively inclined to make transfers if it involves uncertain waiting time (Ceder et al., 2013). To diminish the 
waiting time caused by transfers, Ceder et al. (2001) introduced synchronized timetables. Nonetheless, because most 
PT attributes are stochastic (travel time, dwell time, demand, etc.), their use suffers from uncertainty about the 
simultaneous arrival of two or more vehicles at a transfer point. Improper or the lack of certain control actions leads 
to missed transfers, one of the undesirable features of PT service, as it causes increased passenger waiting and travel 
times and consequently passenger frustration. 
Various studies have been advanced to model PT real-time control (e.g., Hickman, 2001; Sun et al., 2005; Hadas 
et al., 2010; Delgado et al., 2012, 2013). However, the main drawback of possible real-time control actions is the 
lack of prudent modeling and software that can activate these actions, whether automatically, semi-automatically, or 
manually. In addition, it has been very difficult to evaluate the positive and negative effects of individual control 
strategies with respect to operations and passenger travel times under real-world conditions (Carrel et al., 2013). 
Such modeling can be employed in a PT control center in order to allow for the best exploitation of real-time 
information. Thus, a question arises as to how modeling and simulation can be created to optimally select tactics for 
real-time operations deployment using the stochastic nature of PT networks. The present work proposes a 
methodology, based on a robust real-time framework, to find the optimal combination of tactics for controlling the 
PT system. The objective is to develop intelligent modeling with a library of tactics in terms of real-time control 
actions; these developments will be based on optimization and simulation frameworks. 
2. Literature review  
Fundamentally there are two distinctive real-time public-transport performance disruptions: (1) deviations from 
the schedule (timetable), but not necessarily creating an imbalance between supply and demand; (2) creation of an 
imbalance between supply and demand (overloaded and almost empty vehicles), but not necessarily deviating from 
the schedule (Ceder 2007). Given that these disruptions are known in real-time (e.g., by an automatic data- 
collection systems and GPS), corrective and restorative control strategies can take place. 
Generally speaking, and following Eberlein et al. (1999), control strategies can be divided into three categories: 
stop control, inter-stop control, and others. The first contains two main classes of strategies, known as holding and 
stop-skipping. The second category includes such as speed control, traffic signal pre-emption. The third consists of 
such strategies as adding vehicles and splitting vehicles. In a follow up study and as an inclusive analytical 
investigation of the vehicle holding strategy, Eberlein et al. (2001) formulated the holding problem as a 
deterministic quadratic program and developed an efficient solution algorithm to solve it. At the same time, 
Hickman (2001) presented a stochastic holding model at a given control station; a convex quadratic program with a 
single variable was formulated to correspond to the time lapse during which buses were held. A subsequent study by 
Sun and Hickman (2005) investigated the possibility of implementing a stop-skipping policy for operational control 
in real-time. A non-linear integer programming problem for two different stop-skipping policies was formulated to 
examine how the performance of the two policies changed with the variability of effective parameters on the route. 
In terms of new technologies, Dessouky et al. (1999) showed the potential benefits of real-time control of timed 
transfers using intelligent transportation systems. Continuing along these lines, Dessouky et al. (2003) examined 
simulated systems that employed holding and dispatching strategies. The results showed that advanced technologies 
were most advantageous when there were many connecting buses; the schedule slack was then close to zero. Fu et al. 
(2003) proposed a pair-of-vehicles operational strategy that allowed the following vehicle of a pair to skip some 
stations. Zhao et al. (2003) proposed a distributed architecture to coordinate bus scheduling at stops using multi-
agent systems. The authors treated each bus-stop as an agent; the agents negotiated with one another on the basis of 
marginal cost calculations to minimize passenger waiting-time costs. 
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Concerning holding strategy, Zolfaghari et al. (2004) used real-time bus-location information and proposed a 
simulated, annealing-based heuristic algorithm. Yu and Yang (2009) investigated holding strategy by considering 
the prediction of next-stop departure times. The support vector machine was used to predict the departure time, and 
a genetic algorithm employed to optimize the holding time. Cats et al. (2011) proposed a dynamic transit-simulation 
model, Bus Mezzo, to investigate the holding strategy, considering the interaction of passenger activity, transit 
operations, and traffic dynamics. Delgado et al. (2012) investigated holding and boarding-limit strategies. A 
mathematical model without binary variables was proposed for real-time transit operations. 
Strategies to increase the efficiency of a high frequency PT route was studied by Daganzo (2009), who showed 
that without interventions, bus bunching was almost inevitable regardless of the driver’s or the passengers’ behavior. 
An adaptive control scheme was analyzed to mitigate the problem. The suggested model dynamically determines 
bus holding times at route control points based on real-time headway information. 
Controlling methods using operational tactics to alleviate the uncertainty of simultaneous arrivals was 
demonstrated by Hadas and Ceder (2008), who developed a new passenger-transfer concept that extended the 
commonly used single-point encounter (at a single transit stop) to a road-segment encounter (any point along the 
road-segment constitutes a possible encounter point). Their work has been applied to PT network connectivity in 
Hadas and Ceder (2010a). Furthermore, with the aid of operational tactics, Hadas and Ceder (2010b) improved 
optimal PT-service reliability by means of a dynamic programming approach. 
The recent study by Ji and Zhang (2013) also proposed a robust dynamic control strategy to regulate bus 
headways and to prevent buses from bunching by holding them at bus stops. They developed a controlling method 
to produce better system reliability than that of some of the existing control strategies. Finally, Munoz et al. (2013) 
investigated dynamic control strategies for PT operation with real-time headway-based control, comparing different 
approaches to different scenarios. 
Although extensive research has been conducted to analyze PT movements at a one-way loop transit corridor, 
only a few analytical studies dealt with real-time PT vehicle control issues at a transit-network level. Thus, there is 
need to assess and improve service reliability by presenting a proper real-time control algorithm that quantifies the 
level of system efficiency in more complex systems.  In an earlier attempt, Nesheli and Ceder (2014) defined the 
optimal combination of selected tactics for PT transfer synchronization.  A mathematical programming model was 
formulated to determine the impact of instructing vehicles to either hold at or skip certain stops/segments on the total 
passenger travel time and the number of simultaneous transfers. They further showed that considering the skip-
segment by formulating penalty functions for disadvantaged passengers yielded better results than skipping 
individual stops. Despite its contribution, their approach had some limitations, mainly related to the assumptions 
used for constructing the model such as the assumptions associated with passenger demand i.e., passenger demand is 
independent of vehicle arrival time. The model may need to be further adjusted to account for large errors.  
In this work, we overcome these limitations, while preserving and refining the formulations and adding a new 
operational tactic, short-turning. To the authors’ knowledge, the present study provides for the first time in the 
literature the formulation and implementation of the short-turning tactic as a real-time control action. We develop a 
hybrid model that uses mixed integer programming (MIP) and constraint programming (CP) techniques to solve the 
problem, which is a combinatorial problem in which the decision variables are a finite and discrete set. Certainly in 
order to deal with real-time issues, special attention must be paid to the running time of the algorithm developed. 
However, because of the problem being NP hard, the proposed method look is to solve the problem in polynomial 
time to make it tractable. A rolling horizon approach is utilized to solve this hybrid model. An agent-based, 
transport-simulation framework is also used to represent a real-life example and to generate random input data for 
the proposed optimization model. Based on the proposed framework, both the uncertainty of the PT service and total 
passenger travel time are reduced by increasing the number of direct transfers. 
3. System characteristics 
    The system underlying the model is a two-way transit network consisting of main and feeder routes. The transfers 
occur at separate transfer points for each route as shown in Figure 1. The service area is divided into I1, I2,…,Im 
segments (one or more consecutive stops), with ݊ א ܰ vehicle stops and ݎ א ܴ routes. Vehicles moving on route 
segments leading to the same transfer points belong to the same rolling horizon scheme. A service is made up of a 
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collection of “trips”; each trip represents a single run, based on a certain departure time, along the series of stops on 
the route. Vehicles start their run at a terminal, defined as Stop 1, visiting all stops downstreamሼʹǡ ͵ǡ ǥ ǡ ݊ሽ. The 
routes are numbered in strict order of direction along the network; vehicles on routes ቄݎͳǡ ݎʹǡ ǥ ǡ ݎ ȁோȁ
ଶ
ቅ  serve 
direction 1, and those on routes ቄݎ ȁோȁ
ଶ
൅ ͳǡǥ ǡ ݎȁܴȁቅǡ where |R| is the size of set R serving the reverse direction as 
direction 2. Thus ȁோȁ
ଶ
  is a size of routes for each direction. The matrix of transfer pointsܶܨ where ݐ א ܶܨ is given, 
and the matrix of transfer stops isܶܲ. The matrix of transfer points involves the routes and their transfer points. The 
matrix of transfer stops involves the stops and transfer points for the proposed PT system model. Reference stops 
have been selected, in this work, to help determining the deviation from scheduled arrival times at the transfer points. 
Thus when a vehicle is arriving at a reference stop, e.g., four stops before the transfer point, the other vehicle could 
be at a different location than supposed to be according to the timetable. By dividing the other vehicle’s route into 
small segments, the probability of it being present at the location expected can be found. This enables the 
investigation of vehicle schedule deviation at the stops located before and at the transfer point. Consequently the 
suggested tactics can then be applied for compensating the schedule deviations. 
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Fig. 1. Proposed PT system model 
4. Math formulation 
A new formulation for the problem of transfer synchronization at the operational level with real-time information 
is considered. This model allows us to improve PT service performance by optimally increasing the number of direct 
transfers and reducing total passenger travel time. The model describes and explains the conjunction of selected 
tactics and does not address individual controlling tactics as described in the literature (e.g., Sun and Hickman, 
2005; Delgado et al., 2012, 2013). The main differences between this work and Hadas and Ceder (2010b) are: (i) use 
of MIP-CP model capable of solving large size problems in comparison with the dynamic programming (DP) 
approach in Hadas and Ceder work; (ii) use of different methods to implement optimally real-time control actions, 
and (iii) use of real-world PT network.   
 
4.1. Nomenclature 
The following indices and parameters are used in the model: 
 
ܰ = Set of stops 
ܴ = Set of routes in which ሼݎ ് ݔሽ א ܴ 
ܳ௥௠௔௫ = Passenger capacity of vehicle on route ݎ 
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݈௥௡ = Passengers’ load at stop ݊ on route ݎ  
ܾ௥௡ = Number of boarding passengers at stop ݊ on route ݎ  
ܽ௥௡ = Number of alighting passengers at stop ݊ on route ݎ  
݌௥௫௡  = Number of transferring passengers from route r to route x at stop n  
ߣ௥௡ = Passenger arrival rate  
ߥ௥௡ = Passengers alighting rate 
݀௥௡ = Vehicle dwell time at stop ݊ on route ݎ (in seconds) 
݄௥ = Vehicle headway of route ݎ  
ܿ௥௡ = Vehicle running time at stop n on route ݎ from the previous stop  
ܣ௥௡ = Vehicle arrival time at stop ݊ on route ݎ  
ܦ௥௡ = Vehicle departure time from stop ݊ on route ݎ  
ߗሺݐሻ௥௡ = Time penalty function at stop ݊ on route ݎ  
߁௥௡ = Time to reach a desired stop-skipped at stop ݊ on route ݎ  
ߠ௥ூ = Vehicle schedule deviation at segment ܫ on route ݎ  
ܧ௥ூ = vehicle elapsed time on route r from the previous stop to the current position at segmentܫ 
݉௥ = Maximum total number of stops on route ݎ  
࣯௥ = Last transfer stop on route ݎ 
݇௥ூ  = Positional stop for a snapshot at segment ܫ on route ݎ 
߱ = Ratio between the average speed of a vehicle and the average walking speed of a pedestrian 
4.2. State variables 
Every time a vehicle reaches a reference stop, the model is used to decide how long the arriving vehicle should be 
held, how many stops should be skipped, and what stops should be turned to serve the opposite-direction demand 
thus making a direct transfer, based on real-time estimation of the state of the system (i.e., the position of each 
vehicle and number of passengers aboard) and the number of passengers waiting at the various stops. The state of 
the system is described by the estimation of the following set of state variables: 
 
ܤ௥௡ = Number of passengers for a Vehicle departing stop ݊ on route ݎ 
௥ܹ
௡ = Number of passengers waiting at stops further along route ݎ and stop ݊ (future passengers) 
ܹ ௥ܶ௡ = Extra waiting time per passenger at previous stops as a result of the applied tactics 
4.3. Decision variables 
Let ܮܶ be the library of tactics, consisting of holding (ܪܱ), skip stop/segment (ܵ), and short turning (ܵܪ). To 
consider the problem of transferring passengers, passenger transfer time (ܶ) is defined. The binary variables Y and Z 
are used to determine if a direct transfer is made before and after implementation of tactics, respectively. The term 
“direct transfer” means a synchronized transfer for vehicles of both routes r and x without a wait. The decision 
variables considered in the model are as follows:     
 
ܪ ௥ܱ௡ = vehicle holding time at stop ݊ on route ݎ  
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ܵ௥௡ = vehicle skipping-stop at stop ݊ on route ݎ; if stop skipped=1, otherwise=0  
ܵܪ௥௡ = vehicle short-turning stop at stop ݊ on route ݎ; if stop short-turn=1, otherwise=0 
௥ܻ௫
௡  = Possible transfer between routes ݎ and ݔ at transfer stop ݊, pre-tactics; if a possible transfer  
occurs=0, otherwise=1  
ܼ௥௫௡  = Possible transfer between routes ݎ and ݔ at transfer stop ݊, post-tactics; if a possible transfer 
occurs=0, otherwise=1.  
4.4. Assumptions 
It is assumed that the vehicles are operated in FIFO manner, with an evenly scheduled headway per route. Route 
information, including travel times between stops, estimation of passenger arrival rates at each stop, and average 
number of transferring passengers are assumed known and fixed over the period concerned. It is also assumed that 
passengers onboard a vehicle will be informed of any action at the time of the decision so that they can choose to 
alight before or after the action. Stops where passengers want to transfer cannot be skipped or short-turned.  
5. Problem formulation  
We can now formulate a deterministic mathematical programming problem that simultaneously determines 
holding times, the number of skipped stops from the skipping-stop/segment (skip segment is more general than skip-
stop and encompasses it), or short-turning, and lastly the solution for the proposed objective function for each 
schedule deviation. It is assumed that passengers will wait at their stop until a vehicle arrives (none leaves the 
system without taking the first vehicle to arrive). Figure 2 illustrates a snapshot of a typical 3-route network for 
clarification.  
 
rm
3
IK
1
IK
 
 
Fig. 2. A typical network snapshot 
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5.1. System parameters 
The following equations define boarding, alighting, departure load, and dwell time. It is assumed that passengers 
arrive at stop ݊ randomly at a rate of  ߣ௥௡ . 
 
ܾ௥௡ ൌ ߣ௥௡ ή ݄௥ (1)
ܽ௥௡ ൌ ߥ௥௡Ǥ ݈௥௡ିଵ (2)
݈௥௡ ൌ ߣ௥௡ ή ݄௥ െ ߥ௥௡Ǥ ݈௥௡ିଵ+ ݈௥௡ିଵ= ߣ௥௡ ή ݄௥ ൅ ሺͳ െ ߥ௥௡ሻ݈௥௡ିଵ  (3)
݀௥௡ ൌ ଴݂ ൅ ଵ݂ܾ௥௡Ǥ ݐ௕ ൅ ଶ݂ܽ௥௡Ǥ ݐ௔ (4)
where ଴݂ǡ ଵ݂ǡ  ଶ݂ are estimated parameters for the dwell-time function with either f1=0, or f2=0 based on the input 
data used; that is f2=0 if the boarding time is longer than the alighting time, and vice versa for f1=0.The passenger 
boarding time and alighting time are ݐ௕ and ݐ௔. 
5.2. Holding 
The holding problem can be defined as follows: When a vehicle is ready to depart from a station after its normal 
loading and unloading process, it may be held for a certain amount of time in order to regulate undesired schedule 
deviations. The problem is to decide which vehicle at a control station at a given time is to be held and for how long, 
such that the total passenger waiting time is minimized. The holding tactic will affect two groups of waiting time: (a) 
in-vehicle waiting time for passengers on board a vehicle being held at stop ݊ on route ݎǢ ሺሻ out-vehicle waiting 
time for passengers waiting for the vehicle further along the route. The components of the holding problem can be 
written in the following way:  
ܤ௥௡ ൌ ݈௥௡ ൅ ܾ௥௡ െ ܽ௥௡ ሺͶሻ
 
To restrict the number of passengers onboard (capacity-based) when the vehicle departs the stop, the ୰୬ ൏ ୰୫ୟ୶ 
checking constraint is introduced.  
For those passengers waiting at stops further along route ݎ and stop ݊: 
௥ܹ
௡ ൌ σ ௠ೝ௝ୀ௡ାଵ ሾܾ௥
௝ ൅ σ ௫אோ ሺͳ െ ܼ௫௥
௝ ሻ݌௫௥
௝ ሿ ሺͷሻ
 
In-vehicle waiting time for passengers; passenger waiting (PW); aboard a vehicle being held at stop ݊: 
ܲ ௥ܹሺ௜௡ି௩௘௛௜௖௟௘ሻ௡ ൌ ܪ ௥ܱ௡Ǥ ܤ௥௡ ሺ͸ሻ
 
Out-vehicle waiting time for passengers waiting for the vehicle further along the route: 
ܲ ௥ܹሺ௢௨௧ି௩௘௛௜௖௟௘ሻ௡ ൌ ܪ ௥ܱ௡ሼ ௥ܹ௡൅σ ௫אோ ሾሺͳ െ ௫ܻ௥௡ ሻ݌௫௥௡ െ ݌௥௫௡ ሿሽ ሺ͹ሻ
 
Thus, the holding tactic for the proposed model is formulated as follows:  
߂ܶܲܶܶሺܪ݋݈݀݅݊݃ሻ௥௡ ൌߜଵǤ ܲ ௥ܹሺ௜௡ି௩௘௛௜௖௟௘ሻ௡ ൅ ߜଶǤ ܲ ௥ܹሺ௢௨௧ି௩௘௛௜௖௟௘ሻ௡ ሺͺሻ
where each of the two waiting-time components are weighted by  Ɂଵ and Ɂଶ.  
5.3. Skip stops 
In a recent study, Nesheli and Ceder (2014) investigated the formulation and properties of skip-stop/segment with 
the change in total passenger travel time. It should be noted that “skip-stops” include both skipping tactics: an 
individual tactic and a segments tactic. That study demonstrated that when a major disruption occurs, holding a 
vehicle, even if the only tactic available, cannot guarantee obviating headway variation and schedule deviations. 
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This is true even with direct transfers because an individual tactic may result in increased passenger waiting time and 
lead to missed transfers. According to the assumptions of the present work, passengers on board a vehicle will be 
informed immediately of this action at the time of the decision so that they can alight before or after the skipped 
stops. If the end stop is considered the last stop served before the skipped stops, and the start-again stop the first stop 
served after the skipped stops, we can define two groups of penalty functions to take into account the drawback of 
the skip-stops tactic to the passengers’ disadvantaged. In first group, passengers who want to alight at the skipped 
stops and at the end-service stop will have extra time to reach their destination, to be termed 
̶ǡ̶߁ሺ݂݋ݎݓܽݎ݀ሻǡ ǣ 
߁௥ሺ௙௢௥௪௔௥ௗሻ௡ ൌ ሺ߱ െ ͳሻσ௡௝ୀଵ ܿ௥
௝൫ς ௡௝ୀ௤ ܵ௥
௝൯  ׊ሺ݊ǡ ݍ א ܰሻሼͳ ൑ ݍ ൏ ݊ሽ  (9)
where  impacted passengers are from stop q to stop n, and passengers will not experience vehicle running time. 
 
In second group, passengers alighting at the start-again service stop will need to return to their destination stop, 
and their time is termed ̶ǡ̶߁ሺܾܽܿ݇ݓܽݎ݀ሻ. Thus, passengers will tolerate additional vehicle running 
time.  
߁௥ሺ௕௔௖௞௪௔௥ௗሻ
௡ ൌ ሺ߱ ൅ ͳሻσ௠ೝ௝ୀ௡ାଵ ܿ௥
௝൫ς ௤௝ୀ௡ ܵ௥
௝൯ െ σ௡௝ୀଵ ܵ௥
௝݀௥
௝ ׊ሺ݊ǡ ݍ א ܰሻሼͳ ൑ ݊ ൏ ݍሽ ሺͳͲሻ
Equations (10) and (11) build the "walking time" penalty function: 
ߗሺݐሻ௥ሺ௪௔௟௞௜௡௚ሻ
௡ ൌ ݉݅݊൫߁௥ሺ௙௢௥௪௔௥ௗሻ
௡ ǡ ߁௥ሺ௕௔௖௞௪௔௥ௗሻ
௡ ൯ ሺͳͳሻ
The alternative to walking is waiting for the next vehicle to bring these passengers to their destination. The 
waiting time associated with upstream stops is designated ܹ ௥ܶ௡: 
ܹ ௥ܶ௡ ൌ σ 
௡ିଵ
௝ୀ௞ೝ಺
൫ܵ௥
௝݀௥
௝ െ ܪ ௥ܱ
௝൯ ሺͳʹሻ
The "waiting time" penalty function is then determined by the following equation, which takes into consideration 
the schedule deviationߠ௥ூ which is the time difference between the actual arrival time to a reference stop at segment 
I on route r and the scheduled (planned, appearing in the timetable) arrival time to this stop: 
ߗሺݐሻ௥ሺ௪௔௜௧௜௡௚ሻ௡ ൌ ሺ݄௥ െ ߠ௥ூ ൅ܹ ௥ܶ௡ሻ  ሺͳ͵ሻ
Thus, the "total time” penalty function is obtained for the proposed model:  
ߗሺݐሻ௥ሺ௧௢௧௔௟ሻ௡ ൌ ݉݅݊ሼߗሺݐሻ௥ሺ௪௔௟௞௜௡௚ሻ௡ ǡ ߗሺݐሻ௥ሺ௪௔௜௧௜௡௚ሻ௡ ሽ ሺͳͶሻ
Consequently, the effect of the skip-stops tactic on the change in the total travel time for route ݎ and stop ݊ is 
formulated as 
߂ܶܲܶܶሺܵ݇݅݌ܵݐ݋݌ݏሻ௥௡ ൌ ܵ௥௡ሾܽ௥௡ߗሺݐሻ௥ሺ௧௢௧௔௟ሻ
௡ ൅ ܾ௥௡ߗሺݐሻ௥ሺ௪௔௜௧௜௡௚ሻ
௡ െ ݀௥௡ሺ݈௥௡ ൅ ௥ܹ௡ሻሿ  ሺͳͷሻ
5.4. Short-turning 
Short-turning is another tactic that can be implemented to decrease the irregularity of service and increase the 
number of direct transfers. When a vehicle is short-turned, a segment of its route is skipped altogether. Unlike the 
existing literature (Furth, 1987; Ceder, 1990; Coor, 1997; Ulusoy et al., 2010; Cortés et al., 2011), which 
implements the short-turning tactic in the planning phase, we use a real-time optimized method in order to assess the 
potential benefits of this tactic for a network with transfer points. The aim is to offer better service in the opposite 
direction when demand is greater than in the current direction and passengers need to make transfers. In general, the 
short-turning tactic may yield large benefits in terms of total cost reductions, whereas it may produce deadheading 
trips, hence extra cost of running empty vehicles in some sections (Cortés et al., 2011). This tactic can be used for 
improving real-time performance and responding to unexpected demand; however, it has an adverse effect on on-
board passengers. It should be noted that the formulation of the optimization minimizes the number of exposed 
onboard passengers to the short-turning tactic. In other words, if the number of onboard passengers is large, this 
tactic will not be implemented. 
The real-time short-turning tactic is to decide, at any given time, which stop should be short-turned and how 
many stops should be skipped by the short-turn vehicle. It is assumed that when the short-turn tactic is put into 
254   Mahmood Mahmoodi Nesheli et al. /  Transportation Research Procedia  9 ( 2015 )  246 – 268 
effect, the vehicle has passed the last transfer point in the current direction. Short-turning, then, cannot be used if 
there is any transfer point downstream. The principal output of the model is the change in total passenger travel time 
for a system with short-turning. Figure 2 illustrates the statements. 
The main issue in the short-turning formulation problem relates to addressing the opposite stop. If we consider 
the short-turning stop ݊ for current route ݎ, the corresponding stop in the opposite direction of  ݎ ൅ȁܴȁȀʹ could be 
ሺ݉௥ െ ݊ ൅ ͳሻǡ ݉௥ is the total maximum number of stops on route r. The people disadvantaged by short-
turning are those who wanted to alight and those who wanted to board at the stops that are not served (skipped). The 
assumption is that those passengers who wanted to alight must now walk farther to their destination and that this 
extra distance is on average the distance between the skipped and the subsequent vehicle stops. The formulation of 
this type of passengers is detailed as follows: 
 
ߗ௥ሺ௪௔௟௞௜௡௚ሻ௡ ൌ ሺ߱ െ ͳሻσ
௠ೝ
௝ୀ௡ ܿ௥
௝൫ς ௠ೝ௝ୀ௡ ܵܪ௥
௝൯  ሺͳ͸ሻ
The alternative to walking is waiting for the next vehicle to bring these passengers to their destination. The 
waiting time associated with upstream stops is designated by Equation (13). The "waiting time" penalty function is 
then determined by Equation (14). Two penalty functions were established: walking time and waiting time, the new 
definition of "total time" penalty being the lesser of the two as per Equation (15). Those who gain an advantage by 
short-turning are passengers who are currently on the opposite vehicle stop ܾ
௥ାȁೃȁమ 
ሾ௠ೝି௡ାଵሿ and those who will board the 
vehicle further along the route:  
௥ܹାȁೃȁమ
ሾ௠ೝି௡ାଵሿ ൌ σ
࣯
ೝశȁೃȁమ
௝ୀሾ௠ೝି௡ାଵሿାଵ
ሾܾ
௥ାȁೃȁమ 
ሾ௠ೝି௡ାଵሿ ൅ σ ௫אோ ሺͳ െ ܼሾ௫ାȁೃȁమ ሿሾ௥ା
ȁೃȁ
మ ሿ
௝ ሻ݌
ሾ௫ାȁೃȁమ ሿሾ௥ା
ȁೃȁ
మ ሿ
௝ ሿ  ሺͳ͹ሻ
The time saving for this group is the headway less the amount of time the vehicle is behind schedule. This saving 
would be݄
௥ାȁೃȁమ
െ ߠ
௥ାȁೃȁమ
ூ  if no tactics were applied; however, if tactics were applied at previous stops, the wait is 
 
ܹ
௥ܶାȁೃȁమ
ሾ௠ೝି௡ାଵሿ ൌ ݄
௥ାȁೃȁమ
െ ߠ
௥ାȁೃȁమ
ூ ൅ σ ሾ௠ೝି௡ାଵሿିଵ௝ୀଵ ሺܵ௥ାȁೃȁమ
௝ ݀
௥ାȁೃȁమ
௝ െ ܪܱ
௥ାȁೃȁమ
௝ ሻ  ሺͳͺሻ
Based on the above equations, the effect of the short-turning tactic on the change in the total travel time with 
respect to route  and stop  can be expressed as follows: 
߂ܶܲܶܶሺ݄ܵ݋ݎݐ െ ܶݑݎ݊݅݊݃ሻ௥௡ ൌ ܵܪ௥௡ሾܽ௥௡ߗሺݐሻ௥ሺ௧௢௧௔௟ሻ
௡ ൅ ܾ௥௡ߗሺݐሻ௥ሺ௪௔௜௧௜௡௚ሻ
௡ െ ሺܹ
௥ܶାȁೃȁమ
ሾ௠ೝି ௡ାଵሿ ൈ
௥ܹାȁೃȁమ
ሾ௠ೝି௡ାଵሿሻሿ ሺͳͻሻ
5.5. Transfers 
Scheduled synchronized transfers so that two or more vehicles can meet at a transfer point can be improved by 
implementing a library of tactics. Missed transfers will increase total passenger travel time by the extra waiting time 
for the next vehicle. The waiting time associated with upstream stops is designated by Equation (13).Thus, transfer 
waiting is described as 
 
ߗሺݐሻ௥ሺ௧௥௔௡௦௙௘௥ି௪௔௜௧௜௡௚ሻ௡ ൌ ሺ݄௫ െ ߠ௥ூ ൅ܹ ௥ܶ௡ሻ ሺʹͲሻ
It is possible to measure the effect of making or missing synchronized transfers on the change in total passenger 
travel time by the definition of direct transfers. Therefore, a direct transfer occurs if the following holds: 
௥ܻ௫
௡ ൅ ௫ܻ௥௡ ൌ Ͳ ሺʹͳሻ
ܼ௥௫௡ ൅ ܼ௫௥௡ ൌ Ͳ ሺʹʹሻ
Where a possible transfer ௥ܻ௫௡  (before the implementing of tactics) occurs if the vehicle departure time on route ݔ 
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comes after the vehicle arrival time on route ǡ and vice versa for ௫ܻ௥௡ . The same arguments apply to ܼ௥௫௡  and ܼ௫௥௡  
after utilizing tactics. If the following conditions hold, direct transfers will be possible, and none of the vehicles will 
arrive late at a transfer point: 
 
ܣ௥௡ ൌ σ 
௡
௝ୀ௞ೝ಺
ܿ௥
௝ െ ܧ௥ூ ሺʹ͵ሻ
ܦ௫௡ ൌ σ 
௡
௝ୀ௞ೣ಺
ܿ௫
௝ െ ܧ௥ூ ൅ ݀௫௡ ሺʹͶሻ
݂݅ܦ௫௡ ൑ ܣ௥௡ǡ ݐ݄݁݊ ௥ܻ௫௡ ൌ ͳ ׊ሺ݌௥௫௡ ൅ ݌௫௥௡ ൒ ͳሻ ሺʹͷሻ
The real-time transfer problem is formulated as follows: 
߂ܶܲܶܶሺܶݎܽ݊ݏ݂݁ݎሻ௥௡ ൌ σ௫אோ ሾ݌௥௫௡ ሺܼ௥௫௡ Ǥ ߗሺݐሻ௥ሺ௧௥௔௡௦௙௘௥ି௪௔௜௧௜௡௚ሻ
௡ െ ௥ܻ௫௡ ሺ݄௫ െ ߠ௥ூሻሻሿ ሺʹ͸ሻ
5.6. Objective function 
The objective function of the proposed model can be written as              
݉݅݊σ ௥אோ σ ௡אே ߂ܶܲܶܶሼሺܮܶሻ௥௡ ൅ ሺܶሻ௥௡ሽ ሺʹ͹ሻ
5.7. Constraints 
ܵ௥௡ሾσ ௫אோ ሺ݌௥௫௡ ൅ ݌௫௥௡ ሻሿ ൌ Ͳ ሺʹͺሻ
ܵܪ௥௡ሾσ ௫אோ ሺ݌௥௫௡ ൅ ݌௫௥௡ ሻሿ ൌ Ͳ ሺʹͻሻ
ܣ௥௡ െܹ ௥ܶ௡ െ ܦ௫௡ െ ܪ ௫ܱ௡ ൅ܹ ௫ܶ௡ ൑ ܯ כ ܼ௥௫௡ ׊ሺ݌௥௫௡ ൅ ݌௫௥௡ ൒ ͳሻǡ ሺ͵Ͳሻ
ܣ௥௡ െܹܶ
௥ାȁோȁଶ
ሾ௠ೝି௡ାଵሿ െ ܦ௫௡ െ ܪ ௫ܱ௡ ൅ܹܶ
௫ାȁோȁଶ
ሾ௠ೝି௡ାଵሿ ൑ ܯ כ ܼ௥௫௡ ׊ሺ݌௥௫௡ ൅ ݌௫௥௡ ൒ ͳሻ ሺ͵ͳሻ
ܪ ௥ܱ௡ ൌ Ͳ ݓ݄݁݊ሺ݊ ൏ ݇௥ூ ሻ ሺ͵ʹሻ
ܵ௥௡ ൌ Ͳ ݓ݄݁݊ሺ݊ ൏ ݇௥ூ ሻ ሺ͵͵ሻ
ܵܪ௥௡ ൌ Ͳ ݓ݄݁݊ሺ݊ ൏ ݇௥ூ ሻ ሺ͵Ͷሻ
ܪ ௥ܱ௡ ൌ Ͳ ݓ݄݁݊ሺ݊ ൐ ࣯௥ሻ ሺ͵ͷሻ
ܵ௥௡ ൌ Ͳ ݓ݄݁݊ሺ݊ ൐ ࣯௥ሻ ሺ͵͸ሻ
ܵ௥ଵ ൌ Ͳ ሺ͵͹ሻ
ܵ௥௡ כ ܪ ௥ܱ௡ ൌ Ͳ ሺ͵ͺሻ
ܵܪ௥௡ כ ܪ ௥ܱ௡ ൌ Ͳ ሺ͵ͻሻ
ܵ௥௡ כ ܵܪ௥௡ ൌ Ͳ ሺͶͲሻ
ܪ ௥ܱ௡ ൑
ଵ
ଶ
݄௥ ሺͶͳሻ
ܼ௥௫௡ ൑ ௥ܻ௫௡  ሺͶʹሻ
ς ܵܪ௥
௝ ൒ ܵܪ௥௡ 
௠ೝ
௝ୀ௡ାଵ  ሺͶ͵ሻ
ς ܵܪ
௥ାȁೃȁమ
௝ ൒  ܵܪ௥௡
ሾ௠ೝି௡ାଵሿିଵ
௝ୀଵ ׊ሺݎ ൑
ȁோȁ
ଶ
ሻ ሺͶͶሻ
σ ்௉ೝ
೟ೝ
௝ୀ்௉ೝ೟ೝషభ
ܵ௥
௝ ൑ σ ௧௥א்ி ܯ כ ௥ܻ௫௧௥ ׊ሺܶ ௥ܲ௧௥ ൐ ܶ ௥ܲ௧௥ିଵ ൐ ݇௥ூ ሻ ሺͶͷሻ
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೟ೝ
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σ ்௉ೝ
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௝ୀ௞ೝ಺
ܵܪ௥
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భ
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ܵܪ௥
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σ ்௉ೝ
೟ೝ
௝ୀ்௉ೝ೟ೝషభ
ܵ௥
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Constraints (29) and (30) ensure that the transfer points cannot be skipped. Constraints (31) and (32) describe 
whether or not a direct transfer occurs; it confirms that a direct transfer will occur only if the conditions stated are 
satisfied. Constraints (33)-(37) guarantee that the tactics cannot be applied to irrelevant stops (e.g., those not visited 
or transfer stops already passed by). Constraint (38) shows that the first stop may not be skipped. Constraints (39)-
(41) ensure that no more than one tactic is implemented at the same stop. Constraint (42) defines the maximum 
holding time. Constraint (43) ensures that if a transfer is planned for a pre-tactics situation, the same must apply to a 
post-tactics situation. Constraints (44) and (45) establish the short-turning tactic in the proper position for each 
direction. Constraints (46) to (51) express the condition that if a direct transfer is possible without the use of any 
tactic, there is no need to interfere, where ܯ is a large number. Constraints (52) to (57) describe the non-necessity of 
tactics if their use does not result in direct transfer. 
6. Model optimization 
6.1. Optimization framework 
The objective function in Equation (28) is linear; however, some constraints are non-linear. The formulation is a 
combinatorial problem, for which the decision variables are a finite and discrete set. We developed a hybrid model 
that uses mixed integer programming (MIP) and constraint programming (CP) techniques to solve the problem. CP 
is an efficient approach to solving and optimizing problems that are too irregular for exact mathematical 
optimization because (i) the constraints are nonlinear in nature, (ii) a non-convex solution space exists with many 
local-optimal solutions, or (iii) multiple disjunctions exist resulting in poor returned information by a linear 
relaxation of the problem (IBM, 2012). The CP technique makes decisions on variables and values and, after each 
decision, performs a set of logical inferences to reduce the available options for the remaining variable domains. 
In recent years, several studies have showed that an integrated CP and MIP approach can help to solve 
optimization problems that were intractable with either of the two methods alone (Jain et al., 2001; Timpe, 2002). 
The CP and MIP paradigms have strengths and weaknesses that complement each other. CP, through the use of 
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sophisticated propagation techniques, privileges primal inference. On the other hand, MIP, through the techniques of 
relaxation and strengthening by cutting planes that have been developed for inequality constraints, privileges dual 
inference (Achterberg et al., 2008). CP methods rely heavily on the application of specialized filtering methods to 
global constraints and, therefore, must know where global constraints appear in the problem. MIP methods require 
that inequality constraints appear in the model (Hooker, 2011). Certainly in order to deal with real-time issues, 
special attention must be given to the running time of the algorithm developed. However, because the problem is NP 
hard, the proposed method looks to solve it in polynomial time to make it tractable.  
6.2. Rolling horizon 
Given the real-time, stochastic nature of PT systems, a rolling horizon scheme (a decentralized method) of the 
control problem was adopted. This means that each time the model solves an optimization problem, it considers only 
the cooperative segments, which are in the same space horizon that lead to the same transfer point. Such a horizon is 
rolled forward, and the decentralized process is repeated for each transfer point ݐ over the entire system. In general, 
for each transfer point  א ܶܨ   
ቈ
݇௥ூ௜
ܭ௫
ூ௝቉ א ܫ݅ ת ܫ݆ ׊ሺ݅ǡ ݆ሻ א ܫ௠ ሺͷ͹ሻ
where ݇௥ூ  as the positional stop on each route defines its “depth” of computation and can vary at each segment. 
Figure 2 illustrates the statements. 
 
6.3. Efficiency of the optimization process  
The mathematical formulation was coded in OPL using ILOG (IBM, 2012) and implemented on an Intel Core™ 
i5-2500 CPU @ 3.30 GHZ and 8.00 GB RAM. The execution time of the procedure varies from 3-7 seconds for a 
proposed PT system model with 133 stops per direction as in the Auckland data. Such a small computation time 
clearly meets the needs of a real-time control system. 
7. Simulation  
Computation of the system-performance measures requires a simulation model with a proper database. The 
model can be developed with the creation of an agent-based simulation (ABS) for a PT network of routes, 
operational transit information, and intermodal shortest-path calculation, all of which are to be combined with the 
computation of the performance of the proposed optimization model. Contrary to traditional simulation methods, 
ABS uses the activities that create a need for trips (Rieser et al., 2007). An activity usually starts from home and 
returns home at the end of a whole day’s activity. For example, one can have home-work-home as an activity pattern 
for one day (Rieser, 2004). One or more legs can be defined between two activities. In fact, a leg describes which 
transportation mode is used to arrive at the next activity. For a bus system, number of legs expresses the number of 
transfer points that are used to go from one activity to the next. An activity chain consists of a start location (ሺǡ ሻ א
(coordination of origin)) and an end location (ሺǡ ሻ א (coordination of Destination)), plus time information 
(duration or start/end time), with an activity assigned. For instance, if a person wants to use a PT system between 
home and work, vehicle- boarding time would be the end-time for the home activity.  
7.1.  Simulation framework 
The simulation model is discrete and not continuous. Multi-Agent Transport Simulations (MATSim, 2014) 
provides a framework for implementing agent-based simulations; it offers a mechanism for explicitly connecting 
activity schedules derived from an activity scheduler with dynamic network models. For a simulation of the PT 
system in MATSim, the following data is required (MATSim, 2014):  
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• Configuration file: Specifying the parameters of the simulation and settings, such as scenarios file, events 
file, strategies file, transit schedules file, vehicles file, population file and network file. 
• Multimodal network: A network of links and nodes representing the road and infrastructure of the area. 
Open street map (OSM) data was used as a source of network attributes. 
• Population: A synthetic population of agents, each with attributes and a plan; for this study, AVL and APC 
data from a local transport agency was used.  
• Transit schedule: The schedules for the entire network, with stop locations, departure times, and routes 
specified. General transit feed specifications (GTFS) provided such a public-transit schedule. 
• Transit vehicles file: A description of every type of transit vehicles operating in the PT system, including 
vehicle specifications, speed, capacity, and length. A local transport agency was used as a source for 
demand and fleet size.  
To complete the simulation and to address the state of a vehicle for all scenarios, different events can be defined 
to describe the possible status of a vehicle at control stops. In MATSim, events are used to document changes in the 
state of an object (MATSim, 2014). Information on the time of the event, the “id” of the agent who caused the event, 
or the “id” of the link where the event happened could be included. This information provides the input of the 
mathematical programming model, which is solved using a hybrid method solver. The solution will optimize all 
decision variables related to future control actions, consisting of holding, skip-stops, and short-turning for all vehicle 
trips. This approach is applied in a rolling horizon framework. 
7.2. Simulation analysis  
Passenger: Each passenger’s trip time is recorded, including time of generation, time of boarding, and time of 
alighting. Waiting time, travel time, and door-to-door time can be calculated from this data. 
Travel time: The travel-time attribute for PT consists of running time, dwell time, and waiting time. Running 
time is based on the published PT timetables. Assuming that the timetables are realistic, the travel time between two 
adjacent stops is estimated by averaging the difference between departure and arrival times at these two stops within 
a specific time window. In the dwelling process, boarding and alighting take place at different doors. In the 
simulation, each passenger contributes the same marginal time when boarding and when alighting. The total dwell 
time is then estimated as the maximum time between these two processes. The optimization model assumes a 
deterministic demand in the simulation, with a short headway; passengers arrive randomly following a Poisson 
distribution with a mean of ɉ୰୬ at each stop. This distribution is common in services with headways of less than 12 
min. (Okrent, 1974; Jolliffe and Hutchinson, 1975). With longer headways, passengers consult schedules to reduce 
their waiting times and arrive clustered around the departure time. The boarding process follows a FIFO discipline. 
Thus, the earliest arriving passenger will be the first to board a vehicle if there is available capacity, or will have to 
wait for the next vehicle if unavailable. 
8. Library of tactic frameworks: Combined tactic-based problem (CTP) 
We found that a combined policy can be justified in many cases where unbalanced demand and uncertainty in 
travel times within and between directions are observed. When holding is used alone, some vehicles were held much 
longer than others. Intuitively, skipping- stops tactics may play a role to supplement holding in such a situation. To 
respond to unexpected demand, adding a short-turning tactic is also beneficial. Both these two stop-skipping tactics 
will not be used on the same segment of the vehicle trip, because it is unnecessary and would increase passenger 
frustration. Hence, it is reasonable to assume that a vehicle trip can have at most one skipped segment in a direction, 
which can be controlled by using one type of control tactic.  
What complicates the combined control problem is that a different tactic may be considered for different vehicle 
trips and different routes within the same impact set (rolling horizon length). Based on research of the hybrid model, 
the development of an efficient and effective algorithm for this problem becomes quite straightforward. The logic of 
this algorithm is basically a robust real-time framework to find the optimal combination of tactics for controlling the 
PT system. 
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Algorithm for CTP  
The following CTP-based algorithm generates an optimal combination of tactics for all policies ߔ ൌ
ሼ߮ଵǡ ߮ଶǡ ǥ ǡ ߮௡ሽ and different scenarios ൌ ሼ߰ଵǡ ߰ଶǡ ǥ ǡ ߰௡ሽ . 
 
Step 0. Initial setting: Running the simulation to generate random input data for the proposed optimization model. 
Step 1. Planned direct transfer (pre-tactics) ௥ܻ௫௡ ൌ Ͳǡ schedule deviation ߠ௥ூ ؆ Ͳǡ and initial control actionሺܮܶሻ௥
ூǡ௡ ൌ Ͳ. 
Step 2. Schedule deviation: ߠ௥ூ ് Ͳ, if a direct transfer has not occurred ௥ܻ௫௡ ൌ ͳǢ for each ܫ א ܫ݉ǡ compute the 
objective function: 
              ݉݅݊σ ௥אோ σ ூאூ௠ σ ௡אே ߂ܶܲܶܶሼσ ఝאః ሺܮܶሻ௥ǡట೔
ூǡ௡ ൅ ሺܶሻ௥ǡట೔
ூǡ௡ ሽ. 
Step 3. If in post-tactics a direct transfer occurred ܼ௥௫௡ ൌ Ͳ, go to Step 4; otherwise, change the policy ߮ with a new 
decision variable and go to Step 2. 
Step 4. Verification of the optimum solution by continuing the simulation: If the solution has an acceptable 
confidence interval (difference between the results of simulation and optimization), stop; otherwise, change 
the policy ߮ with new a decision variable and go to Step 2. 
Based on the CTP algorithm, the value of suggested tactics (୐୘) is determined.  ୐୘ denotes the optimal value of 
a tactic for each scenario. This optimal solution will naturally tend to maximize the number of direct transfers and 
the potential saving in total passenger travel time. This approach is entitled ‘optimization- and simulation-based’ as 
opposed to the results of the optimization only entitled ‘optimization-based’. Figure 3 illustrates the general analysis 
of the CTP framework. 
 
 
                                                                      Fig. 3. CTP framework 
9. Case study 
The analysis carried out was based on a case study of Auckland, New Zealand, the country’s largest and busiest 
city, whose PT system has been criticized for not being efficient (Mees, 2010). More recently, the Auckland 
Transport Regional Public Transport Plan ((AT), 2010) was created for the purpose of developing an integrated 
transport network to provide Aucklanders with a sustainable transport system in a safe, integrated, and affordable 
manner. This plan shows the intensive discussion conducted on various issues relating to PT systems of the future; 
indeed, a major focus over the next decade will be the enhancement of the PT system. Thus, there is need to 
investigate the performance of Auckland’s PT system.  A case study for the Auckland region was based on AT 
(Auckland Transport) data, which consisted of the PT network, AT- HOP cards (Auckland Integrated Fares System), 
OD pairs, and a PT demand forecast. It is to note that all buses of the Auckland transport network are equipped with 
AVL systems. The AVL data are used to analyze bus travel times and schedule adherence (to implement holding 
tactics). This means that real-time information on bus locations can be used to predict bus arrivals at the transfer 
points and to determine bus schedule deviations.  
The PT network data is based on the AT transit feed dated May16, 2014. Analysis was carried out on three bus 
routes and two transfer points. It should be noted that by considering both directions, there is a total of 8 transfer 
possibilities. The first route, known as Northern Express (NEX), has a dedicated lane that runs from the suburbs to 
and across the Auckland CBD area; it transports a very large number of passengers during peak hours. The second 
route, Route 858, runs north-south (east of the first route); and the third route, Route 880, is a loop that serves as a 
feeder route. Observation shows that peak hours during the morning are 7-9 a.m., and during evening 4-6 p.m. A 
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higher demand is observed from suburbs to CBD during the morning and the reverse in the evening. Figure 4 
illustrates the bus system and study routes.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Fig. 4. Auckland, NZ, bus system and study routes 
9.1. Scenarios 
As summarized in Table 1, fourteen scenarios were tested to evaluate and compare the proposed model under 
different operational conditions. These scenarios differ in two dimensions: (i) bus schedule-deviation (event) for 
different bus states; (ii) service headways, which can be high frequency services (i.e., short headways), or low 
frequency services (i.e., long headways). These scenarios present the combined effect of the major attributes of a PT 
service on the model. 
     Table 1. List of scenarios 
Scenario Event (sec) Headway 
1 -100൐ ߠ Short 
2 -100Ʌ<-55 Short 
3 -55Ʌ<-20 Short 
4 -20Ʌ<20 Short 
5 20Ʌ<60 Short 
6 60Ʌ<110 Short 
7 110Ʌ Short 
8 -100൐ ߠ Long 
9 -100Ʌ<-55 Long 
10 -55Ʌ<-20 Long 
11 -20Ʌ<20 Long 
12 20Ʌ<60 Long 
13 60Ʌ<110 Long 
14 110Ʌ Long 
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9.2. Control strategies (policy) 
We tested and compared four different control policies. The first policy, “No-Tactics,” was used for comparison 
purposes. The second was the combination of “Holding and Skip-Stops.” The third was the combination of “Holding 
and Short-Turning.” The last policy was a combination of the three tactics modeled. 
9.3. Simulation parameters 
The marginal burden or disutility of out-of-vehicle waiting time is perceived to be significantly more burdensome 
than in-vehicle travel time (Reed, 1995). Thus, the weighting factors were set to į1=1 and į2=2 to reflect in-vehicle 
and out-vehicle waiting times, respectively. Boarding and alighting times per passenger were set at 2.5 and 1.5 
seconds, respectively. Vehicle capacity was given as 60 passengers, with 40 seated and 20 standing. 
Synchronized timetables: One of the main assumptions for the model was that the PT network was synchronized 
(at the planning stage); the objective of the optimization process was to attain a better synchronization, considering 
the changes in travel times that  might result from traffic congestion or changes in passenger demand. Hence, the 
simulation model was executed with a synchronized timetable (Table 2). Table 2 also shows the average number of 
passengers per simulation on each route. 
   Table 2. Route characteristics 
Route First Departure 
Headway (min.) Average number of passengers. 
    Short      Long        Short         Long 
1 6:00 5 15    896 702 
2 6:15 10 20 3,384 3,258 
3 6:15 5 15 2,754 2,142 
 
Transfer points: The matrix of transfer points described the points of planned transfers along the routes. It should 
be noted that ሼͳǡ ʹǡ ͵ሽ address direction 1 and ሼͶǡ ͷǡ ͸ሽ refer to direction 2. The transfer matrix is presented in 
Table 3.  
Table 3. Matrix of transfer points 
ܶܨ ݎͳ ݎʹ ݎ͵ ݎͶ ݎͷ ݎ͸ 
ݎͳ Ͳ Ͳ ݐଵ Ͳ Ͳ ݐ଼ 
ݎʹ Ͳ Ͳ ݐଷ Ͳ Ͳ ݐ଺ 
ݎ͵ ݐଵ ݐଷ Ͳ ݐଶ ݐସ Ͳ 
ݎͶ Ͳ Ͳ ݐଶ Ͳ Ͳ ݐ଻ 
ݎͷ Ͳ Ͳ ݐସ Ͳ Ͳ ݐହ 
ݎ͸ ݐ଼ ݐ଺ Ͳ ݐ଻ ݐହ Ͳ 
10. Analysis 
The performance of the Auckland system was evaluated by means of total passenger travel time. The events were 
extracted from the simulation model for 24 hours. For each trip, the states of the bus with reference to different 
events at selected control stops were computed. Based on optimization, the maximum hold time observed in all 
scenarios was 186 seconds, subject to the length of headways, and the average hold time was 41 seconds. Table 4 
summarizes the main results of the performance indicators, an analysis of which follows: 
Total passenger travel time: The total passenger travel time (travel time and waiting time) was computed for all 
passengers completing a trip from origin to destination. 
Direct transfers:  The CTP algorithm was determined for each scenario so as to minimize total passenger travel 
time; this optimal solution will naturally tend to maximize the number of direct transfers. Direct transfers were 
analyzed in terms of the number of transfers. 
Improvement: Different policies were compared in terms of total passenger travel time and direct transfers.  
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 Table 4. Summary of the results 
Average Improvement  Headway Control Policy 
Short Long HO+S HO+SH HO+S+SH 
TPTT (%) 3.61 2.37 2.14 2.10 4.73 
DT (%) 249.55 182.19 101 103 153 
Note: HO = holding; S= skip-stops; SH= short-turning.  
 
From the Table 4 summary, it is possible to draw an immediate conclusion that applying the library of selected 
tactics improved overall system performance. The short headways yielded the best results, as expected. The results 
revealed that the CTP process does improve system performance considerably by the use of different policies in 
various scenarios. The combination of all possible tactics leads to the highest improvement in the objective function 
of the proposed model. CTP shows significant benefits in relation to Holding and Skip-Stops and Short-Turning in 
all scenarios. Interestingly, with this control policy, not only is the expected total passenger travel time reduced (on 
average by 4.73%) in comparison with a no-control policy, but it also outperforms other control schemes in terms of 
reliability in meeting vehicles at transfer points. Thus, combination of all the control tactics leads to an increase in 
direct transfers of up to 153% on average for all scenarios. Table 5 describes the total passenger travel time and the 
number of direct transfers for each scenario with each of the four types of control policies. The last column of this 
table presents the percentage improvement of each combined tactic over the No-Tactics (“None”) policy. The results 
demonstrate the significantly better performance of the fourth policy, the combination of all tactics, in all scenarios. 
This can be observed graphically in Figure 5, which illustrates the effect of the model on total passenger travel time 
and on number of direct transfers. Generally the results also show a somewhat superior outcome for the holding and 
skip-stops policy than for holding and short-turning, with a 2.14% and 2.10% improvement in total passenger travel 
time, respectively. However, Figure 5 shows that the holding and short-turning policy for a larger schedule deviation 
results in a better performance than the holding and skip-stops strategy. This indicates that applying such a 
combination of tactics in worse scenarios leads to considerable progress in PT service. 
In terms of scenario, Table 5 and Figure 5 demonstrate greater service enhancement through a reduction in total 
passenger travel time in scenarios with short headways (#2 and #3) and long headways (#10 and #12). This suggests 
that if the deviations are reasonable, the use of tactics can save travel time and increase the number of direct 
transfers drastically. It also indicates that unreliable service owing to long delays cannot be compensated properly 
by the use of tactics, since more passengers will have to wait for the next bus or find alternative solutions (as may be 
observed in scenarios #1, #7, #8, and #14). Figure 5 shows that when the schedule deviation tends to zero, as in 
scenarios #4 and # 11, the maximum number of direct transfers, using tactics, coincides with the minimum system’s 
fluctuations; this maximum travel time saving coincides with the maximum number of direct transfers. This finding 
corroborates the authors’ previous study (Nesheli and Ceder, 2014). 
As the aim of the implementation of tactics was mainly to synchronize the arrival of transit vehicles at a transfer 
area, the results show a significant improvement in the number of direct transfers resulting from the use of control 
policies. Again, the short-headways scenarios yielded the best results as expected. It may also be observed from 
Figure 5 that with large schedule-deviation intervals, control policies contribute to a higher percentage of direct 
transfers. As Table 5 shows, the greatest reductions in the objective function are achieved in high-frequency 
scenarios in which buses experience reasonable schedule deviations; here, time savings may amount to 10.6% more 
than what is achieved with the no-control strategy, and direct transfers may improve by as much as 830%.  
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Table 5. Main simulation results 
  Simulation Optimization 
    TPTT [sec]  DT Improvement TPTT [Sec] Percentage 
Scenario Control 
Policy 
Total Passenger 
Travel Time  
Direct 
Transfer  
Direct 
Transfer (%) 
TPTT 
(%) 
Reduced 
Time 
Increased 
Time 
Reduced 
Time (%) 
Increased   
Time (%)
1 
None  445066.04 10         
HO+S 435803.09 41 310 2.1 14772.16 4917.96 3.32 1.24 
HO+SH 434386.90 51 410 2.4 16074.46 4950.36 3.61 1.25 
HO+S+SH 426998.08 83 730 4.1 24997.98 5143.08 5.62 1.30 
2 
None  445066.04 20         
HO+S 425739.47 141 605 4.3 24946.54 5022.24 5.61 1.27 
HO+SH 424340.12 143 620 4.7 22460.04 5188.44 5.05 1.31 
HO+S+SH 398844.17 186 830 10.4 54116.52 5461.92 12.16 1.38 
3 
None  445066.04 53         
HO+S 428814.37 155 192 3.7 21502.94 4748.64 4.83 1.07 
HO+SH 431795.18 139 162 3.0 19213.6 4468.2 4.32 1.00 
HO+S+SH 397998.36 192 262 10.6 47374.72 4585.92 10.64 1.03 
4 
None  445066.04 156         
HO+S 440682.32 184 18 1.0 5496.3 1511.1 1.23 0.34 
HO+SH 442221.83 178 14 0.6 4746.8 1621.3 1.07 0.36 
HO+S+SH 438411.39 202 29 1.5 9167.3 1854.5 2.06 0.42 
5 
None  445066.04 86         
HO+S 430738.27 175 103 3.2 17067.06 3421.56 3.83 0.77 
HO+SH 433842.08 168 95 2.5 15810.18 3055.68 3.55 0.69 
HO+S+SH 414762.17 211 145 6.8 35939.76 3354.96 8.08 0.75 
6 
None  445066.04 64         
HO+S 435611.43 136 113 2.1 11836.4 3615 2.66 0.81 
HO+SH 435661.32 130 103 2.1 13967.96 3855.36 3.14 0.87 
HO+S+SH 422119.13 144 125 5.2 25848.88 3994.68 5.81 0.90 
7 
None  445066.04 31         
HO+S 439708.88 49 58 1.2 10177.84 4225.44 2.29 0.95 
HO+SH 439278.84 51 65 1.3 10529.84 4307.04 2.37 0.97 
HO+S+SH 431365.62 69 123 3.1 18754.82 4333.32 4.21 0.97 
8 
None  486369.56 6         
HO+S 483222.22 19 217 0.6 9245.82 5824.8 1.90 1.20 
HO+SH 482325.66 21 250 0.8 9267.04 5054.64 1.91 1.04 
HO+S+SH 479622.79 27 350 1.4 12693.6 5439 2.61 1.12 
9 
None  486369.56 12         
HO+S 477200.50 52 333 1.9 15164.64 5305.44 3.12 1.09 
HO+SH 475478.17 59 392 2.2 16279.6 4934.4 3.35 1.01 
HO+S+SH 464515.14 81 575 4.5 26718.5 5292.6 5.49 1.09 
10 
None  486369.56 53         
HO+S 470732.51 109 106 3.2 18440.94 4225.44 3.79 0.87 
HO+SH 474645.36 112 111 2.4 16886.1 4142.4 3.47 0.85 
HO+S+SH 452182.10 123 132 7.0 40332.24 4345.44 8.2 0.89 
11 
None  486369.56 91         
HO+S 480816.98 119 31 1.1 7581.1 1856.8 1.56 0.38 
HO+SH 480897.77 116 27 1.1 6965.43 1754.2 1.43 0.36 
HO+S+SH 477194.92 153 68 1.9 11838.2 1973 2.43 0.41 
12 
None  486369.56 67         
HO+S 472928.66 121 81 2.8 18599.48 4742.88 3.82 0.98 
HO+SH 475772.97 119 78 2.2 15779.34 4625.04 3.24 0.95 
HO+S+SH 469366.98 141 110 3.5 24328.2 4785 5.00 0.98 
13 
None  486369.56 43         
HO+S 476723.07 81 88 2.0 14539.24 4385.04 2.99 0.90 
HO+SH 472889.83 96 123 2.8 16168.7 3914.4 3.32 0.80 
HO+S+SH 462303.68 105 144 4.9 29557.94 4225.44 6.08 0.87 
14 
None  486369.56 11         
HO+S 482706.54 28 155 0.8 8974.82 4949.52 1.85 1.02 
HO+SH 480636.58 41 273 1.2 9444.8 4233 1.94 0.87 
HO+S+SH 479480.33 61 455 1.4 13159.1 5504.4 2.71 1.13 
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Fig. 5. Total passenger travel time saved, and number of direct transfers per scenario 
 
Because of the nature of the optimization, not all passengers necessarily experience a decrease in total travel time. 
Table 6 summarizes the effect of each policy in terms of passengers’ total travel time.  
Reduced time: The reduced time of passengers (in time units or percent) when using tactics. 
Increased time: The time (or percentage) of passengers experienced increased travel time when using tactics. 
The results demonstrate that the increase in passenger travel time is usually less than 1%. This shows the real 
potential of the model for deployment in real life.  Figure 6 also shows that higher percentages are attained in 
scenarios #1, #2, #8, and #14, in which passengers experience extra waiting time owing to larger schedule 
deviations. The worst scenario involves a long headway, scenario #8, in which the schedule deviation is large and 
the bus is considerably behind schedule. As expected, the maximum reduced time is for short headways as in 
scenarios #2 and #3.  
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Fig. 6. Reduced and increased total passenger travel time per scenario 
Optimization type: Global and local optimizations were compared in terms of total passenger travel time saved. 
Figure 7 depicts the gap between the global and sub-optimal solutions for the last control policy. Minimum gaps are 
attained for scenarios characterized by a small schedule deviation, for scenarios #4, #5, #10, and #11 in Figure 
7.That is, the maximum number of direct transfers, using tactics, coincides with the minimum system’s fluctuations. 
 
 
 
 
 
 
 
Fig. 7. Total passenger travel time saved per scenario 
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11. Conclusions  
It is a common phenomenon that synchronized transfers of PT networks do not always materialize, because of 
uncertain and unexpected factors, such as traffic disturbances and disruptions, unexpected demand, and inaccurate 
driver actions. As a result, missed transfers not only frustrate existing passengers, they will also cause the loss of 
potential new users (Ceder et al., 2013). In order to implement measures that will effectively encourage the use of 
routes with transfers, it is essential to develop operational tactics and strategies for minimizing passenger travel time 
and for approaching the ideal of direct transfers without waiting. Such a condition will undoubtedly make PT service 
more attractive. In this study, besides the improvement of the reliability of the PT system through seamless transfers, 
the effect of each tactic on system performance was investigated. System reliability is represented by schedule 
deviation, which was calculated at control stops across all bus trips. Lower schedule deviation results in lower 
passenger waiting times and indicates greater system reliability. System efficiency is represented by the effect of 
different tactics on each bus trip for different events. 
In this paper, we presented original mathematical programming formulations for three real-time control strategies, 
or policies: holding, skip-stops, and short-turning. This is the first time that short-turning has been applied in real-
time control action. Short-turning will help  bring about better service in the opposite direction if demand there is 
more than in the current direction and passengers need to make a transfer. Passenger’s extra waiting time will be 
decreased by this tactic. Furthermore, by adding it to the library of tactics, we can decrease the number of vehicles 
needed to provide a given frequency (Ceder,1990). This tendency is welcome because it brings at one and the same 
time more benefits and less frustration to passengers, especially on high-frequency services. 
The proposed model was evaluated in a stochastic simulation environment under different schedule-deviation 
conditions (events) that could highlight when control policies improve the system’s performance. An agent-based 
simulation framework was built to represent a real-life example and to generate random input data for the proposed 
optimization model.  
Based on the formulations for optimization and the simulation framework, we developed an efficient algorithm 
for combining all control actions selected. The algorithm (CTP) is basically a robust, real-time framework for 
finding the optimal combination of tactics to control the PT system. This work examined four polices—“No-Tactics,” 
“Holding and Skip-Stops,” “Holding and Shot-Turning,”’ and a combination of the three possible operational tactics 
in fourteen scenarios. These scenarios covered a wide range of schedule deviations as events.  
The computational results demonstrate that the effectiveness of combined tactics is higher than that of any binary 
type of control. Based on the proposed framework, both the uncertainty of the PT service at transfer points and total 
passenger travel time were reduced by increasing the number of direct transfers. This result has a huge effect on the 
comfort of the ride and ease of transfer, as passengers spend less time waiting at a bus stop and experience smoother 
multi-legged rides.  
CTP shows significant benefits in relation to the Holding & Skip-Stops & Short-Turning tactics in all scenarios. 
Interestingly, not only is the expected total passenger travel time reduced (on average by 4.73%) by this control 
policy compared with a no-control policy, but it also outperforms other control schemes in terms of reliability in 
meeting vehicles at transfer points. Thus, combining all control tactics leads to an increase in direct transfer of up to 
153% on average for all scenarios. In addition, the results demonstrate that (i) the short headways yield the best 
results, compared with long headways; (ii) a considerable reduction in total travel time is attained in scenarios 
having no large schedule deviations; (iii) a Holding and Short-turning policy in a larger schedule-deviation scenario 
exhibits better performance than does a Holding and Skip-Stops policy; (iv) the increase in passenger travel time 
stemming from the use of operational tactics is usually less than 1%.  
Future research, on which the authors have already been working, includes validation of some of the assumptions 
made, new control measures to develop the library of operational tactics especially with the advancement of 
communication technologies, the utilization of sensitivity analysis of different tactics, the introduction of a decision-
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support tool to provide information before implementing any control actions (controlling demand side), and 
weighting the quality of transfers in an optimization model for different transfer types. 
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